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2019:
Living Out the
MMOPA Mission

Q

uick, can you recite the MMOPA mission statement? The MMOPA’s
mission is outlined on the MMOPA Website under the About
MMOPA, along with the history of the organization. Toward the
bottom of the page, you’ll find this statement:
MMOPA’s principal purpose is to educate, train and keep the owners and
operators of Malibu and Mirage aircraft informed as to all issues relating to
the safety and operation of these aircraft.
If you distill it down, I would offer that MMOPA’s mission can be summed up
in three, easy-to-remember words:
Safety – Promote the safe and professional operation of the PA46;
Advocacy – Represent and advocate for the best interests of PA46 owners;
Community – Provide opportunities for owners, stakeholders and partnering
companies to connect with each other and celebrate our shared passion for
aviation and the PA46 aircraft.
Every resource, initiative, program, convention, or investment of time and
energy need to align with one of these three tenets. If it doesn’t, we don’t do it.
Simple as that.
Going forward, you can look forward to MMOPA delivering more value for
your membership dollars as we develop new safety initiatives/events, focused
convention content, and opportunities to connect.
At our February Board meeting, your Board recommitted to our committee
structure to ensure we are providing a voice and advocating for our owners on
many fronts. A great example is the M600 owners’ survey and follow-on call
with Piper, facilitated by newly appointed Board member and M600 owner
Lance Boxer. Owners were able to share their ownership experiences with each
other and with Piper all in the spirit of resolving lingering issues and improved
communication. Another example is the G1000 Technical Committee. This
committee is addressing issues regarding legacy Garmin G1000 systems and
has already held detailed, productive discussions and has worked to form an
open communication pipeline with Garmin and Piper. Board Ryan Oltman is
providing leadership as the technical committees chair and has dedicated dozens
of hours in getting answers and a better understanding of underlying issues and
obstacles to resolution.
As an all-volunteer organization (with the exception of your ED), the success
of our advocacy efforts depends on your participation and input. As my
grandma always said, many hands make light work. So, if you would like to
participate in a committee, let me know and we’ll get you connected.
Continued on page 7
M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

3

4

M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

Contents
Malibu M-Class Owners and Pilots Association
March / April 2019 • Volume 9 Issue 2

3

Executive Director’s Note
2019: Living Out the MMOPA Mission
by Dianne White

6

MMOPA Member Guide

8

President’s Letter
Nashville Board Meeting - Feb. 1 - 3
by Randy James

10

Welcome New MMOPA Members

12

The 2019 MMOPA Convention & Fly-In
Your Flightpath to Mastery
by Dianne White

16

Push, Roll, Power, Stabilize!
by Mark Wolper

22

Ice Advice
When using the icing prediction tools, here’s what you need to know
when planning a flight in or near possible icing conditions.
by Scott C. Dennstaedt

28

Taking the Extra 300 For a Spin
MMOPA member Victor Rivas takes major
step in achieving his Master Aviator Wings
by Joe Casey

34

Avoiding the Runaway Runway
by Dianne White

36

Piper Authorized Domestic Service Centers

38

Pull That Power Back
by Joe Casey

42

Register Now!
The 2019 MMOPA Convention & Fly-In.

44

The MMOPA Broken Wings Award
Call for Applications: The MMOPA Broken Wings Award

Memory Items
45
I Stand Corrected
by Amy Heaven

46

February Sunrise

48

2018-2019 MMOPA Master Aviator Application
Cover Photo: Peter Scofield’s Meridian photographed by Mach Point One Aviation Photography.
Table of Contents Photo: Dave Burry’s 1999 Mirage was taken on the ramp at KANK, in Salida, CO.
M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

5

MMOPA Member Guide
Malibu M-Class Owners & Pilots Association

best practice documents, checklists, POH’s and guides.
In addition, there are training and safety content,
Service Bulletin information and back issues of
MMOPA Magazine. New resources are continually
added and updated.
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www.mmopa.com
mmopasafety.org
MMOPA Executive Director
Dianne White
dwhite@mmopa.com

ANNUAL CONVENTION: Each year, PA46 pilots and
enthusiasts gather for a four-day event featuring seminars,
vendor trade show and social activities. The convention is
open to MMOPA members and nonmembers.

The Malibu M-Class (MMOPA) is a not-for-profit
organization dedicated to the interests and safety of
owners and pilots worldwide who fly PA46 derivative
(Malibu, Mirage, Meridian, JetPROP, Matrix, M350, M500
& M600) aircraft. MMOPA was founded in 1988, and now
serves nearly 1,000 members. MMOPA is not affiliated with
the Piper Aircraft, Inc., of any other manufacturer/vendor.
Membership is available to any registered or
prospective owner and/or operator of qualified aircraft
or any qualifying individual or organization involved with
or providing a service for the PA46 family of aircraft.
Dues are $250 annually and includes a subscription to
MMOPA Magazine, access to the MMOPA members
website and forums, Jeppesen subscription discounts,
and eligibility to attend MMOPA events and activities
(additional fees may apply to some events).
Member-Only Benefits & Services

MMOPA ONLINE FORUMS: One of the most active online
forums in general aviation, the MMOPA forums has dozens
of messages posted each day. It is the ideal place to discuss
ownership, safety, operational and maintenance topics,
absorb information or get any question answered.
MMOPA HOTLINE: Members have access to experts to
answer questions regarding airframe/engine, avionics, legal
issues and general membership.
MMOPA LIBRARY: The MMOPA website has an in-depth
library with a variety of maintenance instructions and
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MMOPA SAFETY & EDUCATION FOUNDATION: A 501(c)
(3) charitable entity, the Foundation is an independent
entity that is dedicated to engaging with MMOPA
members to help them operate their PA46 aircraft in the
safest possible manner. The foundation’s sole purpose
is to promote, support and fund safety initiatives,
programming, resources and tools. In addition, it may
include direct vouchers to MMOPA members who attend
qualifying training programs.
JEPPESEN SUBSCRIPTION DISCOUNT: Members receive
a 15-month subscription for the price of a 12-month
subscription. The savings alone more than cover the cost
of MMOPA’s annual membership dues.
MMOPA TRAINING DIRECTORY: MMOPA Vendor
Members who have represented that they offer typespecific initial and recurrent PA46 training with an
insurance-approved syllabus.
RACE INITIATIVE: MMOPA and Piper Aircraft have
developed a means for members to submit input to the
Piper RACE Team (Reliability of Aircraft & the Customer
Experience). This is a streamlined mechanism for realworld user experience from members to be provided
to decision makers at Piper, for the purpose of making
product design changes that benefit the PA46 fleet.
MARKETPLACE: Members and vendors can list aircraft,
parts, services and other aviation related items for sale in
this online listing service.

°
•

E X E C U T I V E DIRE C T OR’S NO T E
Continued from page 3
Here’s a list of open committees:
Technology/Web
Support & Advocacy (Piston,
Turbine, M-Class)
Membership/Marketing
Technical Committees
Academics/convention
Current: G1000, others?
Combating Fake News
If I had a dollar for every time I heard someone in the
media or a so-called aviation expert mischaracterize general
aviation – and especially the PA46 – I’d have enough
George’s to fill my fuel tanks for the rest of 2019. I bet you
could do the same. A couple of recent high-profile accidents
prompted me to consider how we can go on the offensive –
or at least make a professional effort to offer a counterpoint.
MMOPA is in the unique position that it can offer
up facts about the PA46, as well as provide expert
spokespeople who can speak accurately and eloquently
about our safety record, the integrity of the PA46 and
the role MMOPA plays in serving the PA46 community.
Having served as head of corporate communications for
a major aircraft OEM, I understand the limitations that
manufacturers have when questions are raised when
something bad happens. This is where we can step in and
help set the record straight.
First, we are working on improving our search engine
performance of our website. When a reporter plugs in
“Piper Malibu” into their search bar, we’d like MMOPA
to appear higher in the results. It would also be helpful
for the pilot looking for their next move-up to more easily
discover that there is a great organization like MMOPA to
help them out. Thus, we will be investing in search engine
optimization, or SEO as the tech-savvy call it.
Second, we now have developed a PA46 Fact Sheet that
contains everything a reporter might want to know when
writing a story regarding the aircraft. It is our goal for
members of the media to reference this resource, rather
than Wikipedia, which is a dubious source.
This Fact Sheet now reside on the public side of our
website for anyone to access. I encourage you to download
them and keep them handy. When you see a story that
mischaracterizes the PA46 and its safety record, feel free to
fire them off to the reporter. Also, you can share with your
family, friends and other pilots in your circle.
Register Now for the Convention
By the time you read this, the 2019 Convention
registration website will be live. You’ve already signed up,
right? If you are on the fence, let me give you a few reasons
to attend:
• Top-notch, speakers on safety & advocacy;
• Former commander of the Blue Angels and CEO of Textron
Airborne Solutions ;
• A top leader from AOPA to talk about advocacy efforts;

• Experts speaking on insights from ATC, fatigue
management, weather, & human factors;
• Turbine Track & Piston Track for maintenance/
ownership issues;
• Workshop Day (instead of hearing about new features, do
hands-on learning.)
• Much, much more.
In addition, there will be a pre-convention learning
activities: one-hour upset training sessions with
Patty Wagstaff Aviation Safety starting Wednesday and
offered through the weekend, and an in-depth radar
seminar by leading expert Erik Eliel. If you are golfer,
Randy James, and Ryan and Kathy Oltman will be looking
for you to sign up for the MMOPA Golf Tournament on
Wednesday, featuring a gorgeous course, great prizes and
an overall great time.
For companions, there will no shortage of things to see
and do. In addition to the ever-popular ground school
sessions, there will be tours, activities and plenty of time to
relax and enjoy the beach life.
Convinced? Of course you are! Go sign up now.
See you on the ramp at Fernandina Municipal
Airport!

°
•
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PRESIDENT'S LETTER

by Randy James

Report from the Nashville
Board Meeting Feb. 1-3

Y

our MMOPA Board traveled to Nashville, TN to
check out the JW Marriott, the location of the
2021 MMOPA convention at the recently opened
JW Marriott while conducting our annual
Board meeting. The beautiful hotel is in the
heart of downtown Nashville and only blocks away from
Lower Broadway.
Also traveling to Nashville were invited guests from
Piper – Ron Gunnarson, vice president of sales, marketing
and customer support; Jack Mill, director of product
reliability & safety; and Vincent Zarrella director of
global customer support. Additionally, MMOPA members
Jon Sisk, Jene Tebeaux, Lance Boxer and Ryan Oltman
were invited to attend as they were considered to be
potential Board members. However, I did not disclose this
plan to them or the Piper invitees.
Landing at Symna, TN airport in my 2005 Mirage on
Friday afternoon, I awaited the arrival of Lance Boxer
in his M600 so that we could share a ride to the hotel.
The FBO Contour would be our host in 2021; Bill Alberts
asked me not to disclose our visit to the folks at Contour,
which I did not until one fellow insisted on helping me
with my bags (my portable attorney office). Turned out,
he is one of the two owners of Contour and based upon the
warm reception, MMOPA convention attendees are in for
a treat at the 2021 MMOPA Convention.
Our meeting began with a dinner meeting on Friday,
Feb. 1, getting to know the invited guests followed by a
breakfast meeting on Saturday February 2nd and a daylong Board meeting. My wife believes I am a bit daft (being
kind to myself) that I express how much I look forward to
these meetings. With the three Piper representatives, four
guests, our Board and Dave Bennett attending via video
conference, the Board meeting has a special ambiance/
energy/enthusiasm about our mission.
Ron Gunnarson shared Piper’s wonderful business
report, which includes a review of 2018 and an optimistic
outlook for 2019 in regard to M-Class deliveries and
continued strength of their trainer aircraft markets. He
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also expressed that Piper is pleased with the collaborative
relationship it has with MMOPA that continues to grow
stronger. Jack Mill reviewed the ongoing technical issues
and I am truly impressed by the efforts being made by
Piper to address all concerns of the MMOPA owners.
As part of our stewardship responsibility, it is important
that your Board reflects a diverse set of expertise, skills
and backgrounds, as well as possess a passion for serving
MMOPA and the PA46 community. Given the number
of initiatives and the upcoming annual Convention
in late May, your Board felt it was important to fill
current vacancies in order to best serve the needs of our
all-volunteer organization.
Pursuant to Article IV, Section 5 of the MMOPA by-laws,
your Board is pleased to announce the appointment of four
new directors. In accordance of Section 9, these individuals
will go before the membership at our Annual Convention
for election to a two-year term.
Jonathan Sisk is a name and a face that is familiar to
many MMOPA members. As past president and our
ombudsman and issue advocate, Jon has faithfully served
our association for more than a decade. Jon has agreed to
step forward as a Director and the chair of the Support &
Advocacy Committee, providing continuity, and extensive
PA46 history and knowledge. Jon lives in Lexington, KY
and owns a 2002 Mirage.
Jene Tebeaux joins the board as a Director and Treasurer.
Jene is the founder and CEO of Paragon Financial Advisors
and executive professor at the Mays Business School of
Texas A&M University, teaching graduate courses where
the students actually manage real money. In overseeing
MMOPA’s financial affairs, Jene’s leadership will be
valuable in ensuring our organization continues to be
financially strong and that we have a sound investment
strategy going forward. A Texas native, Jene lives in
College Station, TX and flies a Malibu and recently took
delivery of a JetPROP.
Lance Boxer joins the board as a Director and will
be instrumental in providing guidance to MMOPA’s

Cutter
Full Page 4/C Ad

BC
mailto:wdcutter@cutteraviation.com

M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

9

PRESIDENT'S LETTER
technology endeavors, convention, as well as being
an advocate for M600 owners. He has spent his career
working in the telecommunications and technology
services sector. After seven years in the U.S. Army, he
worked at MCI Telecommunications for 18 years rising
to be the Chief Information Officer. Additionally, he
was president of Lucent Technologies’ communications
software group, and the CEO of IPC Systems prior to
retiring in 2014. Lance has been flying Piper products since
2012, starting with a Mirage, Meridian and now owns an
M600. He is based in Naples, FL where he lives with his
wife and two Portuguese water dogs.
Ryan Oltman has been appointed as a Director and will
provide leadership to MMOPA’s technical committees
as well as supporting the Safety Committee. Ryan holds
advanced degrees in aeronautical and astronautical
engineering and completed graduate research with NASA
on icing and tail plane icing during the NASA Twin
Otter Icing Program. For the past 21 years, he has

worked in the flight simulation industry modeling
numerous military and large transport aircraft. As the
director of Simulation and Technology at Bihrle Applied
Research, Inc., he develops and deploys Level D stall/
upset simulation models for FAA compliance. A pilot
since the age of 17, Ryan has flown a number of aircraft
and currently owns a 1988 Malibu. He and his wife Kathy
reside in Williamsburg, VA.
My take away from the Nashville Board meeting is best
captured by Dianne White’s new branding of MMOPA’s
mission: Safety, Advocacy and Community. With that
focus, MMOPA will have several announcements in the
coming months and exciting new programs this year
including refreshed convention educational presentations,
continued roll-out of the safety committee’s programs,
and extraordinary input and ideas from MMOPA’s new
Board members.
These are exciting times for MMOPA. Look forward to
seeing you in Amelia Island!

°
•

WELCOME NEW MMOPA MEMBERS
Edward Angel, Shreveport, LA
Michael Bentham, Katy, TX
Michael Boyer, Park City, UT
Jay Craddock, Bridgeport, TX
Jack Davis, Brandon, MS
Gustavo Deandar, El Paso, TX
Scott Dee, Irvine, AL
Jackie Degelman, Regina,
Saskatchewan Canada
Pasquale DiNatale, Wallingford, CT
Kenneth Drenth, St John, IN
Roger Elliott, Katy, TX
Bob Flannery, Nicholasville, KY
John Funnell, Taupo, New Zealand
Steve Givens, Oxford, GA
Sean Gladney, Toronto,
Ontario Canada
Jonathan Gleisberg, North Logan, UT
Christopher Hess, Dallas, TX
Chris Hill, Plano, TX
Islam Hindash, Boerne, TX
Jeffery Huston, Litchfield, MN
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Ryan Inloes, Orlando, FL

Loren Seery, Kennewick, WA

Ben Jordan, Jackson, AL

Roger Shaller, Weimar, TX

Pierre Loyer, Montreal,
Quebec Canada

Garrett Smith, Eagle, ID

James Macintosh, Latrobe, PA

Gerald Smith, Okeechobee, FL

Ted Margarit, Sioux Falls, SD

Jacob Sorensen,
Svendborg, Fyn Denmark

David McInnis, Easley, AL

Raymond Steinhauser, Ashland, OH

Art McMahon, Marietta, GA

Daniel Stevens, Irving, TX

Marty Measamer, Greenville, NC

Thomas Stohl, Hamburg, Germany

Peter Misunas, Palm Desert, CA

Richard Tasca, Miami Beach, FL

Peter Oppenheimer,
San Luis Obispo, CA

Jackson Thomas, Baton Rouge, AL

Ramon Perez, Conroe, TX
Michael Petagna,
Saint Petersburg, FL

Douglas Thomas, Atlanta, GA
Steve Thompson, Muskogee, AL
Robert Urschel, Chesterton, IN

Tom Prenzlow, Kirkland, WA

Richard van de Wall, Oro Valley, AZ

Jean Marc, Rainville Magog,
Quebec Canada

David Ventura, Fenton, MI

Rajiv Vasan, San Antonio, TX

Jeff Rubin, El Paso, TX

Bryan Ward, Portland, OR

Bennie Ryburn, III Monticello, AR

Marshall Welch, Montoursville, PA

Sam Sampson, Washington, UT

John Yuzdepski, Seattle, WA

Jeff Schachtner, Urbandale, IA
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The 2019 MMOPA
Convention & Fly-In

May 29 –
June 1, 2019

A

by Dianne White

s safety-minded pilots, we always want to be better
and this year’s convention will help you get there.
This year’s convention is centered on the theme
“Flightpath to Mastery.” With a nod to MMOPA’s
signature safety program, the Master Aviator, the
convention’s educational sessions and academic content
will be centered on making you a better PA46 owner and
pilot. In three days, you will learn how to operate your
PA46 more safely and efficiently, have access to the top
aviation experts in the world, and fly away with knowledge
and insight that will accelerate your flightpath to mastery.

One-Day Pre-Convention Radar Seminar
For those who want a master the operation and
understanding of their onboard radar, MMOPA will
offer a one-day radar course by famed radar expert and
educator Erik Eliel. The heir apparent to the famous
radar authority Archie Trammell, Eliel combines a
fast-paced format with tons of great graphics, memory
aids and examples that will ensure you will leave the
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seminar with the knowledge to operate your radar
with confidence.
Held on Wednesday, May 29, this course will be an addon session to your registration.

MMOPA Golf Tournament
Board member Ryan Oltman and his wife Kathy are
putting together plans for an outstanding day of friendly
competition on the links. Expect to play on one of the
gorgeous courses near the Ritz-Carlton and compete for
one of several outstanding prizes courtesy of Garmin.
Radar expert Erik Eliel

Fly a One-Hour Upset Training Flight
with Patty Wagstaff’s Team
Patty Wagstaff Aviation Safety will offer a one-hour
introductory spin/upset training course. With loss of
control being the leading cause of GA fatals today, this
one-hour flight will teach you the
fundamentals of upset recovery
and learn how to make appropriate
and timely inputs when faced
with an upset.
The sessions will be led by
Patty Wagstaff and her expert
instructors in one of several training
aircraft that will be brought to the
Fernandina Beach Municipal Airport
especially for MMOPA members.
Sessions will be determined by
demand, but in general, they will
be available all day Wednesday, and
limited sessions the remainder of
the weekend.
Want more training? Sign up for
multiple days. Concerned about
becoming nauseous? The flights are not about pulling
extreme Gs or performing aerobatics. Rather, it is about
teaching you to recognize and appropriate react when
faced with an upset.
The fee for the session will be $700, which include the cost
of the aircraft, expert instructors, and fuel. The MMOPA
Safety & Education Foundation will reimburse some of
the cost for those qualifying members striving for their
Master Aviator wings.

Master Aviator Award Ceremony
We will kick off the Convention with the Master Aviator
Ceremony where the MMOPA Safety Committee
will award members their “wings” for meeting the
requirements for the Master Aviator program. Will
you be standing on the stage receiving your wings? Go
to the Safety tab on the MMOPA website to read the
requirements and apply.

Patty Wagstaff Aviation Safety will
offer spin/upset flights.
was featured in the 2005 TV mini-series
“Blue Angels: A Year in the Life,” which
is available on DVD and viewable on
YouTube. Russ is currently CEO of
Textron Airborne Solutions that provides
military customers live-air training in
real-world combat situations. He is a
graduate of the U.S. Naval Academy with
a degree in aeronautical engineering
and holds a master’s degree from the
prestigious U.S. Naval War College.
Russ will share some of experiences from leading the
Blue Angels, and the mindset and lessons can apply to our
flying. Everyone will leave the session feeling inspired to take
their flying to a higher level.

Friday Afternoon – Pick Your Track
On Friday afternoon, you will be able to attend one of
two seminar series: Turbine Track or Piston Track. Each
will offer specialized, in-depth content specific to the
aircraft you operate. In the Turbine Track, for example,
you will hear from experts speaking on “PT6: Myths and
Truths,” and “De-mystifying the TBO.” Each track will end
the afternoon with a roundtable discussion with several
top experts leading an interactive Q&A session.

Thursday Keynote – Former U.S.
Navy Blue Angels Commander
Russ Bartlett

From 2002 to 2004, Bartlett served as
Commanding Officer and Flight Leader of the Navy Flight
Demonstration Squadron, the Blue Angels from 2002 to
2004. As “Blue Angel One” for the 2003 and 2004 show
seasons, he led team through over 900 high speed, low
altitude, highly-coordinated flight demonstrations. Russ
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Saturday: Workshop Day
Tired of always hearing about
exciting new features but not being
taught how to use them? Saturday
is devoted to hands-on sessions on
avionics systems, ForeFlight, and
other popular apps. You will leave
with solid skills that you’ll be able to
apply on the flight home Sunday.

Other sessions you won’t
want to miss:

• Scott Dennstaedt on weather
• Bill Panarello on human factors
and safety
• Luke Alcorn, CFII, Citation pilot,
ATC Center controller and NATCA
safety rep
• Manny Casiano’s popular PA46
accident review
• Updates f rom key vendors
including Garmin
• Expert on fatigue and flying
• Membership Meeting – state of the
association presentation and election
of directors

Social Events &
Companion Track

MMOPA Golf Tournament to be held Wed., May 29.

As with past conventions, the
Convention will have exciting
activities planned for the companions
during the week. The ever-popular
Companion Ground School will be
back better than ever.

Register now!

Audio Authority
Sixth Page Ad
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Visit mmopa.com to get registered.
You will have a separate sign-on
for the MMOPA events website. In
addition to registering for the main
convention, you will be able to sign
up for the add-on sessions, including
the Erik Eliel Radar Seminar and
the Patty Wagstaff Upset Training
Sessions. There will also be sign-ups
for the pre-convention tour and other
companion activities.
See you in
Amelia Island!

°
•
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SAFETY

Push, Roll,
Power, Stabilize!

T

by Mark Wolper

hese four words that will forever be etched into
my aviation vernacular (along with, “Hi honey, got
in safely.”)
Before I even got to APS Aviation
Performance Solutions, I was asked to memorize
these four words. In fact, they instructed me to say
it 50 times out loud before I got to Mesa, AZ for my
Professional Pilot Upset Training or PPUT. My memory
abilities suck, so I said it about 200 times.
I have always wanted to experiment with getting into
and out of spins. I did one when I first trained in a Cessna
150 in 1979. I have to admit as a training pilot then, I had
no idea what was going on. It seems like my instructor was
not even speaking English. I do however remember that
PUSH was NOT included. As far as any of the other three
words, I have no recollections.
I have been training ever since then, each
two years as prescribed by the FAA
for my early years. As I advanced in
wisdom, I began doing aircraft-specific
recurrent training along with an IFR recurrent
every year. When I moved into the Malibu about eight
years ago, I started training twice a year in the plane and
one IFR session as well as multiple seminars and events.
I currently have about 3,300 hours total time. Across
the entire span of time and training the import of the
word and action PUSH was never quite emphasized. Yes,
occasional mentions of it crop up, conversations circle
about it, but no one has forced me to memorize it OR
actually showed me why it works.
Sometimes the notion of acquiring actual training in
anything can be scary. Changing your car tire for real,
riding a motorcycle the first time, surfing, the first day
in a wine appreciation class. (That gets better by the
end of the class.)
I hate acrobatics because I always get sick. Not
throwing-up sick, but the terrible four-hour, flulike nausea that sticks with you. The thought of getting
into a beautiful Extra 300L had me nauseous three days
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before the training. Excited and curious with that
edge of fear and discomfort.
I can tell you now that it was the most satisfying
and one of the most important, singular aviation
experience I have had.

I’m Committed
Here is how it all went down for me. I
went on line to the APS website to explore
what this was all about. The website is
comprehensive and while us private pilot
owner-types are represented on the
website, it is also clear that APS serves

corporate, military, and commercial customers. To me that
was both comforting to know that they have that strong
a reputation, but it was also a little intimidating. I found
our section and discovered that there are three options for
us. VFR pilots, pro pilots (IFR), and jet pilots. Each one of
these base levels also has enhancements, which add in spin
awareness, prevention and recovery. I chose the Pro Pilot
with the spin enhancement, a $5,000. But, never fear
MMOPA Safety & Education Foundation will reimburse
$400 of that.
The website does not let you select and buy what you
want. You have to either call them or send an email with
your request. A service/sales rep gets back to you with
more information and a very organized back-and-forth
begins. Picking the three days (only two days if you don’t
do the “Pro” and enhancement) is the tricky part. It is
the tough part because we are all too busy AND once you
commit, you commit. I feel the nausea already! There
are documents to review, sizing charts to fill out and a
great training guide that you only get once you pay. Most
importantly is the command to memorize the four words:
PUSH, ROLL, POWER, STABILIZE.

Book a hotel, book a flight or plan your own flight, and
tell you family you are leaving for four days of crazy, scary
fun. APS can help you with hotels and flight, and they have
deals near by. You can’t walk to any hotels, but I brought
my little electric scooter and could get to a hotel about 1.5
miles away at the Four Points Sheraton. Arrived in my 1986
PA46-310P, parked at the FBO right next door to APS and
headed to hotel. Dreams of nausea, those four words, and
crashing danced through my head.

Day One
Breakfast and contemplation. OK, I am doing this
because it appears that “loss of control” is the big killer. I
have never experienced controlling an airplane at the limits
and beyond. What you don’t know can’t hurt you. Wait.
Stop! Reverse that.
7:45 a.m.: Check in a great-looking facility with fantastic,
friendly people. Cierra meets you at the front desk and
signs you in. There are a bunch of guys walking around
in military-type flight suits, which is a little intimidating,
but they all seem nice and since they are talking about
flying and airplanes, all seems good. I notice my name on
the flight roster and that I am flying with a guy named
“SLUGG.” I also get a chance to meet the president of

Mark Wolper showed a
slight bit of trepidation
prior to undertaking
his first UPRT session.
His instructor Slugg
was nonplussed.
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the place, “B.J.” That is right, everyone operates with a
“call sign name.” B.J. informs me that I am the first pilot
from MMOPA to come do the class. In fact, he was just
on the phone with Joe Casey that morning to figure out
the relationship.
The schedule works like this. You take a class for several
hours each day. They go over the theory, philosophies,
issues, reasons, history of training and statistics. The
classes are very organized and actually very informative.
A lot of the information may be familiar, but the context is
very different. You are not learning it to just write it down
in your notebook and collect a certificate for attending
the class. You are learning it because in about four hours
you are actually going to be putting your Extra 300L into
an “overbank to spiral dive” or a “skidding turn into a full
spin” or a “wake turbulence recovery simulation.”
There are about eight folks in my class. It is a
combination of very young and new pilots from CAE
(international massive flight training company), a few
military pilots and me and one other that are just there for
ourselves. Clearly APS has contracts with a lot
of major companies to provide flight training.
Meanwhile I am recalling that Cierra at
the front desk offered Dramamine before
the flight. I am juggling the notion of
taking it for today’s flight and potentially
escaping an embarrassing incident OR
avoiding taking it because I am worried
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about being too tired or groggy to perform well. Crap.
What do I do?
Class continues with “Monty” and now it starts to shift
into a preflight briefing for the UPRT Flight #1. This is the
first of a series of four flights that are part of my package.
Base program is three flights and you are done in two days.
With the added “spin and IFR” enhancement that I have
opted for, there is the three-day morning-only session.
As I listen to the brief, it sounds innocuous enough that I
decide against the Dramamine.

Show Time
We now move out to the flight prep area. Outside
the huge, beautiful windows from our second-floor
vantage point are three incredible looking 300’s and a
SIAI-S211 Marchetti Jet PERFECTLY lined up. Precision
is a very clear priority here. The planes are clean, look
brand new, and the line crew is still polishing and prepping
them for us.
Slugg introduces himself and makes sure that I have
gloves. It gets really cold up there in November. The vents
blow right on your hands. Evidently the summer is even
more difficult because there is no A/C in the planes and
you basically are in a “greenhouse” with the glass all
around you. Don’t go in the summer!
Half of the pilots go out to their airplanes in organized
fashion. Precision.
The other pilots
remaining at the

base area waiting to swap of the planes when we return.
Parachutes are put on us, instruction on use, photos
are taken, and we all hop in our planes, practice egress,
checklists, emergency procedures and we are off. With the
multi-point seatbelt adjusted super tight, the small aircraft
and my warm gear on, it definitely is tight. But once we are
flying you don’t even notice it.
The three planes with students and instructors take off
one after another. There are specific training areas (grids)
for each of us, and the instructors are very attentive to
these areas. Soon after takeoff I am given control of the
aircraft. WOW, what a sensitive and responsive airplane. A
lot different than my Malibu. Oddly enough, many of the
critical speeds, V speeds, stall speeds, maneuver speeds are
very close to the M-series. In about seven minutes we are at
the practice area and the fun begins.
Every maneuver is demonstrated by the instructor first
with very clear instructions that are a repetition of what
was discussed in the preflight briefing. The first several
maneuvers are done with the Attitude Indicator in full
view, but then all the rest of the work is done with the AI
covered. This is supposed to be all visual training (except
for last day of IFR work). UPRT 1 is mostly made up of all
the stuff we have done before: Steep turns, adverse yaw
demos, slow flight, stalls, etc. This is where the PUSH
becomes obviously important but, we all know that already
as it relates to this easy stuff. ROLL and POWER are
there, but relevance is still less obvious. Boy, is that going
to change.
Toward the end,
it gets a little more
fun. Sustained full
stalls (falling leaf),
and a thing called a
Zoom Maneuver (look
it up). Now the game
gets upped: Aileron
roll, loop, inverted
f light and IP demo
(low power, +45-degree
pitch, 135-degree
bank, rolls at .5 g’s).
All this work is about
understanding what
the plane and controls
do in any attitude or
situation. Building
confidence with being
Mark is all smiles following
in weird configurations
his training in APS’ Extra
is the goal. It is really
300L training aircraft.
powerful to experience
What he’s really thinking:
Push, Roll, Power, Stabilize. all these maneuvers and

experiment. We complete the training in exactly
37 minutes and head back to base.
The decision to pass on the Dramamine was a bad
choice. While I am not throwing up, I am most certainly
sick. Breathing hard, sweating a bit, and nauseous. Don’t
get me wrong, I am having a blast, but just wishing I felt
better. Thank goodness this is only a one mission day.
Going to have to rethink the next day.
Back at base we have a debrief of the flight, reviewing
everything that we did, discussing why we do these
maneuvers and how they will be important to the next
day’s work. On my way out of the office I grab some of the
Dramamine to use the next morning.

Day Two
Day two begins with a shorter classroom session.
Reviewing accidents, the processes and science of the
systems they have created. Also, we learn about what they
call the “variant” to the baseline: PUSH, ROLL, POWER,
STABILIZE that has been pounded into us. There is a
different order of the same tasks it goes PUSH, POWER,
ROLL, STABILIZE. This is mostly for single-engine
stalls in a twin and also for nose-high upsets because of
speed and is important to some of the turboprop and
turbine flyers’ stall recovery in single-engine high-torque
airplanes. While in these circumstances, this order might
be better to use, but the base one we learn first will always
work and be a default if you forget anything. With that
slightly complicated variant, we then move right into the
“Preflight Briefing” for today’s first of two flights. Off we
go. Dramamine ingested and feeling strong.
We start off with a review of the exercises from
previous day. Fast run-through of most of them. Now we
move to more advanced stall recognition and avoidance.
Accelerated stalls, steep turns to accelerated stalls, slipping
and skidding turn stalls. A lot of work and study on the
skidding turn prevention and diagnosis. We enter those
stalls completely. This is where the PUSH AND ROLL
starts to come into perspective.
What is interesting with all this work is the recognition
of the fact that NONE of the recovery techniques work
without the PUSH! As we advance through the third and
fourth flights, POWER and STABILIZE come into play.
I really start to realize, feel, and see that no matter what
attitude (sideways, upside down, straight down, straight
up, etc) the plane will do nothing unless you unload the
plane….PUSH. Immediately the controls start to work,
and things seem normal. Remember I have NEVER done
aerobatics in an airplane.
Toward the end of this flight we move to the really
interesting fun stuff: Split S, Cuban 8, more upside-down
stuff, power-off approach practices. Forty minutes later
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we are on our way home. I feel great! Even though we
did much more radical stuff today, I feel no illness. Am I
getting used to this, or is it the magic pill? Who cares?
After each of the flight sessions, just before we head
back, Slugg offers up the chance to try aerobatic fun stuff.
The first day I said no, too sick. But today he lets me try a
few things that I can’t even remember the name of. Then
again, we debrief. Discuss the skidding turns a lot, and
we also have the pre-flight briefing for the next flight that
will happen after lunch. Right next door is a really nice
little grill brewery. NO beer now, but definitely after the
second flight.

UPRT #3
Review of the tougher stalls again. Then move on
to nose-low overbank, spiral dives, unusual attitude
recoveries. Slugg puts the plane in the most bizarre
situations and the plane is really acting weird but it all
stops with the PUSH, ROLL, POWER, STABILIZE. All
my life I have heard about how the plane can be in a stall
NO MATTER what attitude. Also, all my life I have learned
about ANGLE OF ATTACK and its importance. Never
have I actually been able to see this in practical, real-life
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situations. Actually, put the airplane straight down fast and
still be in a stall. What do you do: PUSH. This is seriously a
“AHA” moment.
Much of the work done on all these flights related
directly to things that we might actually need to know.
The second half of this third flight now deals with how
to fly the plane if you have unusual issues like a rudder
jam, ailerons jam or an elevator jam (think of icing). Wake
turbulence recovery is practiced. Try closing your eyes and
opening them upside down or spiraling straight down.
Lastly on this flight is experimenting with aggressive
rudder work. Coming off of hammerheads and trying to
stop the yaw. This is all going to become important on the
final flight the next day. SPINS.
After the flight we debrief and have a detailed discussion
about PARE spin recovery. This is what you do if you forget
to PUSH, ROLL, POWER, STABILIZE and get into a spin.
PARE is the acronym of Power, Aileron, Rudder, Elevator.
Do this and you can recover. Do anything else and you
won’t! Finally, back to hotel to think about how revelatory
this all is. Thinking about more stickers on my panel to
remind me of things. Lastly, I was told that if I take short
online quiz this night, I will get a free APS Patch. Who
doesn’t want that! The quiz ends up being a really simple
review that takes about 10 minutes.
The next day is quite a different day. All the pilots except
for one have left, and the place is a little quieter. I get a
chance to meet other employees. “Manu” and “Monty” do
some of the classroom work. Also, on this day Monty ends
up being my instructor for the IFR/spin work. Got a chance
to chat with “Otter” the vice president of operations. We
talk about how this program can work for PA46 pilots
and what adjustments they can make specifically for us. It
seems that we have finally figured out how the payment is
going to work given the MMOPA/APS relationship. I pay in
full now and a check will come to me from MMOPA S&EF
for the scholarship.
There is classroom today also. This is an important one
because we study PARE in detail: Power, Aileron, Rudder,
Elevator … the procedure for SPIN recovery. Very different
than the training to prevent a spin. All of the work on the
first three flights is to prevent a spin. Today is about how to
get out of one.

IFR and Spin Training
Dramamine in my belly and I am ready. Today, Monty
starts off with all the review from the previous day, but
with one big difference: I am under the hood. The Attitude
Indicator is uncovered now, but I am vision limited. All the
wacky maneuvers from previous days are reviewed with
the hood on. Slow flight, accelerated stalls, the Zoom
Maneuver, aileron roll and the slipping and skidding stalls.
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Better know where the horizon is, and which is up and
down. That AI blue and brown becomes really important.
Don’t let the XXXX’s on it freak you out when you are
point straight up or do a loop.
Moving on to spiral dives, nose-high recoveries, wake
turbulence recoveries all with the hood on. YIKES. Finally,
we move on to the the spins and we do them all. One-turn
spins from slipping stall, same for a skidding stall (wow,
the plane goes crazy on this one), then we jump into fully
developed and aggravated spins. Three-turn spins and
practice PARE, but we also try to get out without using
PARE. These are all done with no hood. They are fun/
scary/educational/exciting, all in one. Then just before
returning home we get to do a few tumbles, hammerheads
and some more loops. While these are fun and seemingly
not part of the training, the use of rudder control becomes
a fantastic side lesson.
And so, the day and the training ends. Most certainly
bittersweet…mostly bitter because I feel like a real bond
has formed with the other pilots and the instructors. APS
combines a really unique and interesting combination of
precise and organized precision while still maintaining

a home-like and friendly environment. That is a tough
combination to achieve.
I can’t believe I have not done this sooner, and now am
thinking about what else I don’t know about flying. APS
recommends taking their shorter recurrent session every
two years. I know that my flying will change as a result of
what I learned. Let me correct that…what I experienced.
While it is time-consuming and expensive, it should be
something we all do. I might argue that it would be more
expensive to NOT do it. Which one of us doesn’t like an
excuse for more fun flying anyway?
Feels really odd getting back into my Malibu after flying
upside down in an Extra 300. I feel like I know what to
expect now if weather or my mistakes take me to places I
don’t want to go. Not just what to expect, but actually what
to do. How long will I retain this information is probably
the next important question to consider.
Now, I’m off to tailwheel school! Also, I got my check
from MMOPA S&EF right away. Fast pay makes fast
friends.

°
•

Mark Wolper is an MMOPA member and owns a Malibu. Mark lives
in Encino, CA
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When using the icing prediction tools, here’s
what you need to know when planning a flight
in or near possible icing conditions.
by Scott C. Dennstaedt, 2019 Convention Presenter

O

CIP Supercooled Large Drops
(or CIP SLD). FIP went through
this same transformation early in
2011, but this new version of FIP
carries more than just a simple
name change.
Today, FIP consists of a suite
of three products, namely,
FIP Probability, FIP Severity and
FIP SLD. This also includes the 25
percent and 50 percent masked FIP
severity, which effectively combines
the probability field with the severity
field. The FIP SLD field will be

n January 18, 2011, the Forecast Icing Potential (FIP)
underwent a transformation
to become the Forecast Icing
Product. Found on the
Aviation Weather Center Web site
(aviationweather.gov), this next
generation of FIP is following in the
footsteps of its analysis counterpart,
the Current Icing Product (CIP).
The Current Icing Potential
underwent a similar transition to
a suite of three products, namely,
CIP Probability, CIP Severity and
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overlaid on the severity field as it
currently does with CIP severity.
FIP also got its turn to be
calibrated. While the FIP severity
field and FIP SLD field look similar to
the operational CIP counterpart, the
FIP probability field looks a whole lot
different especially at forecast lengths
of 6 hours and beyond.
Like CIP SLD, the FIP SLD field
remains uncalibrated at this point.
Therefore, the depiction on the
Aviation Weather Center Web site
will show all possible SLD events

independent of the likelihood.
In other words, if there’s even a
remote possibility of supercooled
large drops or SLD, it’ll show
up as an overlay on the FIP
severity display.

CIP is an Analysis

CIP does not provide an icing
forecast; it is an analysis. That
is an important distinction. An
analysis is simply a glimpse of the
icing environment in the recent
past. At the top of each hour,
Any SLD potential over 0.05 (on a 0 to
CIP builds an assessment of the
1 scale) is included and will appear as a
icing environment by combining red-hatched area that is overlaid on the
various numerical weather
severity field. On this image you may
prediction model parameters
notice what appear to be contours in the
from the Rapid Refresh (RAP)
SLD field. That’s not the case. You are
model with several observational actually seeing the severity field showing
parameters. This observational
through due to the transparency in the
data includes surface obserSLD overlay.
vations (METARs), ground-based
radar (NEXRAD), visible and infrared satellite, lightning
and pilot weather reports (PIREPs).
Yes, you read that correctly; your icing reports help
CIP help boost confidence to produce the best icing
analysis. About 15 minutes after the top of the hour, CIP
churns out its icing analysis, which is then posted to the
Aviation Weather Center Web site. Of course, we’re rarely
100 percent certain that icing exists at any particular
location, so the product is shown as a statistical probability
to quantify that uncertainty.

icing event that’s nearly 18 hours
in the making with any certainty?
The old potential field didn’t take
this forecast uncertainty into
account, so it was common to still
see some icing events with a very
high likelihood even at 18 hours.
There’s no doubt that this
presentation will cause a lot of
confusion with some pilots. It will
be interpreted as, “Hey, later in
the afternoon, there’s not going
to be as much icing so I’ll delay
my flight by 9 hours when things
look better.”
Ah, no. Icing will still likely
be there, it’s just that FIP can’t
be as sure exactly where nearly
9 hours earlier. Consequently,
the probabilities are calibrated
lower and are often spread
out over larger areas due to
this uncertainty.

McVinnie Aviation

FIP is a Forecast

FIP, on the other hand, uses no observational data
directly to produce its forecast. It is strictly model-based
and must take every bit of its icing diagnostics from
the RAP model alone. Sure, the RAP model ingests
observational data to produce its forecast, but FIP must
then post-process this raw model forecast data to produce
its own icing forecast. This adds even more uncertainty.
FIP provides valuable weather guidance to pilots for a
period of 18 hours. However, the 3-hour FIP forecast is has
been shown to have similar skill to the CIP icing analysis.
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Potential versus Probability

Here’s the crux of the difference between the potential
and probability field. As the time-to-forecast gets longer,
the ability to pinpoint the exact location of a phenomenon
such as airframe icing decreases. In other words, with a
model-based solution, can you really be that sure of an

M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

23

WEATHER

The masked CIP/FIP severity products are displayed on the Aviation Weather Center website at two
thresholds, namely 25 percent and 50 percent. All icing severity below this threshold is “grayed out.”
Comparing these two images for the 50-percent masked FIP maximum icing severity field clearly
shows that as the forecast length increases, the uncertainty diminishes to the point where the 18hour product shows no area of icing above 50 percent. The pilot could erroneously assume that flying
later is better, when it fact, it could turn out to be worse.

For example, if you look at the calibrated FIP
probability forecast starting at 2 hours you will notice
that the icing probabilities will generally decrease
through the available forecasts at 3, 6, 9, 12, 15 and 18
hours. It may appear to the unwary eye as if the icing is
actually forecast to dissipate over time. That very well
may be what is forecast to happen; however, the most
likely reason for the decrease in probability is the
uncertainty in the forecast and not the dissipation of
icing. Consequently, don’t expect to see the calibrated
FIP probability product exceed 35 percent probability
for an 18-hour forecast or 45 percent probability for a
12-hour forecast – you won’t see many yellow, orange
or red colors on the longer range forecasts.
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This affects the masked FIP severity charts as well.
With a 12-hour forecast, for example, the 50-percent
masked severity field will rarely show anything more
than grey, which reflects the increase in uncertainty with
forecast time. Even at 6 and 9 hours, the lack of forecast
probabilities above 50-percent will be evident.
According to Dr. Marcia Politovich who was the
in-flight icing research team lead for the FAA Aviation
Weather Research Program (AWRP), “Other ‘under the
hood’ improvements in the FIP include a better scheme
for icing in convection, more accurate cloud top
estimation, and enhanced supercooled large drop (SLD)
forecasts. These won’t impact the look-and-feel of the
product but should provide an added margin of safety for
the flying public.”
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Future FIP Enhancements

Icing analyses and forecasts are always being improved.
Nextgen will certainly play an integral role in this.
According to Dr. Politovich, “The Nextgen functional
requirements document is asking for icing forecasts out to
60 hours.” She further adds, “My take on this is hey, give us
a good weather model that goes out that far and we’ll run
FIP on it.”
It is one thing to produce an icing forecast with any
reasonable accuracy out to 12 hours in the future, but
60 hours is certainly a stretch at the moment.

°
•

Scott Dennstaedt is a former NWS research meteorologist and
is an experienced FAA-certificated instrument flight instructor
specializing in technically advanced aircraft (TAA) and aviation weather training. Scott has a B.S. in Atmospheric Science
from the University of Maryland, M.S. in Computer Science
from the University of Maryland, University College and is
now working on his PhD in Infrastructures & Environmental
Systems from the University of North Carolina. Scott will be
a featured speaker at the 2019 MMOPA Convention & Fly-in.
To learn more about aviation weather, visit his Web sites at
http://avwxworkshops.com and http://weatherspork.com.
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Taking the Extra 3
MMOPA
member
Victor Rivas
takes major
step in
achieving
his Master
Aviator Wings
by Joe Casey

T

he Master Aviator Program is
in full swing, and many PA46
pilots are obtaining the training
and experience required to
become a MMOPA Master
Aviator. Those that earn the awards
(Aviator Award, Senior Aviator
Award, and Master Aviator Award)
shall be honored at the upcoming
MMOPA Convention at Amelia Island, FL. One of the
pilots that is pursuing the Master Aviator Award is
MMOPA Member Victor Rivas.
Victor is a Mirage pilot that lives in Bayport,
NY and recently received stall/spin training
from David Windmiller from VXperts Aviation
(www.vxperts.net) at the Republic Airport (KFRG)
in Farmingdale, NY. VXperts is one of the approved
vendors for stall/spin training, so MMOPA members
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can use the available $400 voucher to assist with the
expenses of training. Both Victor and David allowed
me to interview them concerning their experience, and
I believe their thoughts and reflections will help other
Piper M-Class pilots understand the importance of stall/
spin training and dispel some misunderstandings of
stall/spin training.
MMOPA: Victor, why did you choose to receive stall/
spin training?

a 300 For a Spin

MMOPA Member Victor Rivas (left)
and David Windmiller of VXperts.
Victor: The opportunity simply looked too interesting
to miss. When I heard about the Master Aviator Program,
I thought it to be a neat goal to reach toward. Plus, I’ve
never performed spins, and I’ve often wondered what it
would be like.
MMOPA: Why did you select VXperts?
Victor: I found David Windmiller (and hence,
VXperts) because he has performed seminars on
upset recovery/spin training at my home airport FBO,

Mid Island Air Services. Don Lawrence who runs the
safety program and is in charge of the seminars put me in
contact with David. I definitely picked the right instructor.
David is great!
MMOPA: David, how did you gravitate to becoming
a training provider for stall/spin training? Tell us about
your background.
David: I started flying at age 14, quickly advanced
thought the ratings and licenses, and started competing
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in aerobatics in 1985. Like most, I worked (to pay for the
flying) and flew, worked more and flew, and repeated the
process. I’ve always had the bug to fly, and aerobatics was
something that really excited me.
I got into training stall/spin-UPRT (Upset Prevention/
Recovery Training) because I saw so many accidents that
should have never happened. We’ve all lost friends and
fellow aviators, and I’m no different. Inevitably the stall/
spin was the final outcome of many fatal flights. I knew
that training was the solution to the problem, and I wanted
to be on the forefront of preventing the stall/spin from
ever occurring.
After my competitive aerobatic years of flying, I flew
airshows and then started doing seminars for the FAA. I
started training more and more, and now I train virtually
every day.
MMOPA: Victor, describe the training.
Victor: VXperts calls their training “Principles of
UPRT,” and I found it to be interesting and important, and
more than I expected. On the day of training, I arrived in
the morning and David began the ground-based portion of
the training. It was one-on-one training that really helped
me understand why the inadvertent spin is so dangerous,
some aerodynamics associated with a spin, and how to get
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out of a spin. The ground portion took about two hours,
but it was interesting and held my attention. We then
went to the airplane, an Extra 300, which was an awesome
airplane! We did the normal duties associated with flight
(preflight, weather brief, etc.) and then took off on the
training flight.
MMOPA: David, what does a typical stall/spin training
session look like?
David: We developed our ground school over five years
of teaching the material, basically making aerodynamics
easy to learn because we use “plane Jane language” that
pilots can understand. We spend quite a bit of time in the
“pre-stall” phase of flight, learning how to get back to level
flight when movement of the controls creates a “normal
response.” Then we discuss the “post-stall” phase of flight,
where most pilots have only rudimentary knowledge that
is oftentimes incomplete at best and downright wrong at
worst. We know from decades of accident statistics that
the average pilot probably won’t recover from a “poststall” upset event, so we spend lots of time discussing the
importance of preventing the stall/spin in ground school.
MMOPA: Why did you select the Extra 300 as your
training platform for your program?
David: In the early years I was the factory test pilot for
the Extra 300, and I was even a factory-sponsored pilot in
the late 1990’s while I was doing competitive aerobatics. So,
I know the Extra 300 intimately and know it is “virtually
indestructible” from an aerodynamic standpoint. Simply
put, the Extra 300 can withstand anything while flying…
there’s nothing a pilot can do to exceed the positive or
negative G limitations. Plus, it is very comfortable for
the pilot being trained. Tall pilots and larger pilots fit
quite well in the Extra 300. In some other airplanes that
are aerodynamically strong (like the Pitts), there’s little
room for the pilot, or the visibility is limited. The Extra
300 is an excellent training platform as well as an
excellent performer.
MMOPA: Victor, how was the flight portion of training?
Victor: It started out OK, but fairly quickly became
uncomfortable. We climbed up to about 4,500 ft MSL
and flew to a “practice area” away from congested
airspace. We first explored the slow end of the flight
envelope, performing slow flight and a few stalls. Then,
David demonstrated the first spin. After the first spin,
I became a bit nauseated. David quickly stopped the
training and we returned to the airport. To be completely
fair, it was a really bumpy day, and I think the whole
experience would have been different had I tried the
training on a smoother day. The spin was not altogether
uncomfortable, but the whole experience of a different
perceptive from the Extra 300, the nervous anticipation
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of the training, and then the spin itself made me a
bit nauseated.
MMOPA: Were you able to finish the flight training?
Victor: Yes, we were able to finish the training, but we
decided to not complete the training that day. David was
completely understanding, and I came back a few days later
to complete the training.
MMOPA: David, how often do pilots get sick while
performing stall/spin training?
David: It is unpredictable. Those you think won’t
get sick may, and those that you think will, will not.
Twenty percent of pilots get some sort of queasiness
while training, but that percentage is simply a guess. The
bottom line is that a definite minority will become queasy.
I think nervousness gets them sick more than the actual
maneuvers. If I sense that a pilot is nervous about the
training, the chances of becoming queasy increases.
MMOPA: Victor, how was the second flight?
Victor: Great! A few days later I came back to VXperts
and David and I flew again. This time, I had a blast! It
was a much smoother day to fly (less turbulence) and I
didn’t get queasy at all. We flew about four different spin
scenarios, and I was able to conduct the proper technique
to get out of the spin situation each time. The Extra 300
is so responsive, and I was soon able to fly it with more
and more and more confidence. I could tell that I was only
testing the edges of its overall capabilities, but I got a taste
of what it’s like to fly an airplane that had a deep reserve of
power and performance.
Interestingly, the spin itself didn’t have too many
G-forces, those were only felt somewhat on the recovery.
The spin itself was rather benign insofar as “aerobatics”
are concerned, so that was no big deal. In the recovery the
Extra 300 has a fairly nose-low attitude upon coming out
of the spin, so there are a few G’s pulled bringing the nose
back up to the horizon. But overall the spin experience
was not as uncomfortable as I originally thought. One
additional thought…after the spin training, David also
trained me to do a half-Cuban eight, and I was able to
perform that well, too. I had a super experience on the
second flight.
MMOPA: Would you try spins again?
Victor: Yes! As a matter of fact, I signed up for more spin
training and plan to go back to VXperts in early 2019. They
have a more detailed program called, “Intermediate UPRT”
and I plan to do it, too. That training event has two flights,
and I want to get more spin training. To be forthright,
this experience only whetted my appetite for flying the
Extra 300. I’m even going to try some aerobatics in the
Extra 300 soon.
MMOPA: David, why is stall/spin training so important?
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David: The rules are the same today as they were 40
years ago, and 40 hours of flight time is all that is required
to learn to fly. But today we have so many gadgets in the
cockpit, and that translates into less time being spent
actually wiggling the sticks. We are training a generation
of “button-pushers” that have little ability to fly “by the
seat of their pants.” So, pilots are generally not good with
true flying skills. Also, “speed events” (such as running off
the end of the runway) have increased, because pilots are
“driving the airplane to the ground with higher and higher
speeds,” simply because they do not know how to control
the airplane well at slower speeds. Knowing how to fly at
the low speeds is critical. To be a true student of the lowspeed regime of the flight envelope will make you a better
pilot in every regime of flight. We teach pilots how to fly
safer at the lower speeds.
MMOPA: Victor, what else can you tell us about your
training experience at VXperts?
Victor: David has super customer-support and treated
me extremely well. I cannot say enough good about
David Windmiller and VXperts.
MMOPA: David, what do you think about the
MMOPA Master Aviator Program?
David: It’s phenomenal! It’s a driving force to
encourage pilots to go back to quality training, and
that should produce results. I’m excited to see MMOPA
introduce the Master Aviator Program, and I hope lots of
pilots participate.
MMOPA What does it cost to receive stall/spin training?
David: Our prices are listed on our website (Vxperts.
net), and we think we are competitive. Honestly, no one
in the stall/spin training world is going to “get rich” from
being a stall/spin trainer. All of us in this space do it
because we believe in the training, and we believe it is the
only way to impact the accident statistics. For me, it’s a way
for me to “give back” to the aviation community that has
blessed me so thoroughly over the last four decades.”
MMOPA: Any final thoughts?
David: If all pilots can let their ego down and realize
that even high-time pilots can learn something every time
they get into an airplane, we would be able to change the
face of aviation. The learning never stops at VXperts,
and we hope that Piper M-Class pilots will embrace
the training required to become a MMOPA Master
Aviator.

°
•

Joe Casey is an ATP, DPE, CFI (A/H), MEI, CFIG, CFIH, as well as
a U.S. Army UH-60 standardization instructor/examiner. A MMOPA
Board member and chair of the Safety Committee, he has been a PA46
instructor for 14-plus years, and has accumulated 11,800-plus hours of
flight time, 5,000 of which has been in the PA46. Contact Joe at: joe@
flycasey.com, or by phone at 903.721.9549.
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Avoiding the

Runaway Runway

W

by Dianne White

ith night IFR conditions prevailing, the
light jet was cleared for the ILS approach
to Runway 19. There were multiple snow
showers the area, and the pilot queried
the tower about the runway condition and
braking action. Tower reported back that a Cessna 210
Centurion had landed a few minutes prior and reported
conditions “moderate” and “fair.” In fact, the Centurion
pilot did not use brakes at all during his landing on
the 7,000-foot grooved runway covered in a half-inch
of wet snow.
The jet crew calculated the landing distance and
determined they would have more than 2,500 feet of
margin. They elected to continue. Following the approach
and landing, the crew applied brakes aggressively, but
the light jet slid off the departure end of the runway and
impacted terrain. Fortunately, no one was hurt, but the
plane was substantially damaged.
According to the NTSB, about one-third of all landing
accidents are runway excursions, with varying degrees of
severity. Worldwide, there are about two per week. While
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most are survivable, runway contamination is often a
major or contributing factor, as illustrated in the accident
above. Some are more high profile: You may recall thenGov. Mike Pence’s Boeing 737 slid off the runway at
La Guardia, New York in 2016. Runway contamination and
adverse weather conditions can quickly change a happy
ending to a scary one.
In the last two years, the FAA began using a new
runway condition reporting system. The FAA developed
the standards with a task force that was formed after the
December 2005 overrun accident at Chicago Midway
Airport. In that accident, Southwest Flight 1248 ran off
the end of the runway and into a city street after landing
during a snowstorm. The new method requires airport
operators to use the Runway Condition Assessment Matrix
(RCAM) to categorize runway conditions and pilots will
use it to interpret reported runway conditions.

Runway Condition Assessment Matrix
How is this new rating system manifested? As an example,
a NOTAM with runway contamination reads like this:

Runway contamination-RCAM
DEN RWY 17R FICON (5/5/3) 25 PRCT 1/8 IN DRY
SN, 25 PRCT 1/8 IN DRY SN, 50 PRCT 2 IN DRY
SN OBSERVED AT 1601010139.
The FICON (field conditions) provides a runway
condition code of 5 for the first and second thirds
of the runway, and a 3 rating for the last third. If the
same condition exists over the entire surface, only one
code is given. The pilot would then consult the aircraft
manufacturer data to determine what kind of stopping
performance to expect from the specific airplane they
are operating.

Pilot braking action reports will continue to be used to
assess braking performance. However, the terminology
“Fair” will be replaced by “Medium.” Also, it will no longer
be acceptable for an airport to report a NIL braking action
condition. NIL conditions on any surface require the
closure of that surface. These surfaces will not be opened
until the airport operator is satisfied that the NIL braking
condition no longer exists.
Hopefully, this simplified method of communicating
runway conditions, as well as the elimination of vague
terminology, will help pilots make better informed
landing decisions well before the wheels touch the
pavement.

°
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Domestic Service Centers

f.

Abilene Aero, Inc.
Lubbock, TX
Tel: 806-747-5101
Naples Air Center
Naples, FL
Tel: 800-226-4000
Flightline Group, Inc.
Tallahassee, FL
Tel: 850-574-4444
DLK Aviation
Kennesaw, GA
Tel: 770-427-4954

Southwest
Executive Aircraft
Maintenance
Scottsdale, AZ
Tel: 480-991-0900
West Coast Aircraft
Maintenance
Long Beach, CA
Tel: 562-981-6064
Loyd’s Aircraft
Maintenance, Inc.
Bakersfield, CA
Tel: 661-393-1588

Lone Mountain Aviation
Las Vegas, NV
Tel: 702-309-2200
Martin Aviation
Santa Ana, CA
Tel: 714-210-2945

Northwest
Western Aircraft Inc.
Boise, ID
Tel: 208-338-1800

Midwest

Mather Aviation
Van Nuys, CA
Tel: 818-782-7473

Des Moines Flying Service,
Inc.
Des Moines, IA
Tel: 515-256-5300

Mather Aviation
Rancho Cordova, CA
Tel: 916-364-4711

Tri-State Aero, Inc.
Evansville, IN
Tel: 812-426-1221

Mangon Aircraft, Inc.
Petaluma, CA
Tel: 707-765-1848

Muncie Aviation Company
Muncie, IN
Tel: 800-289-7141

Ratliff Aviation, Inc.
Tucson, AZ
Tel: 520-746-1414

Kansas City Aviation Center
Olathe, KS
Tel :800-720-5222

Arapahoe Aero
Englewood, CO
Tel: 303-799-8386

Executive Air
Transport, Inc.
Muskeson, MI
Tel: 888-844-2359
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Three Wing Aviation Group,
LLC
Stratford, CT
Tel: 203-375-5796
Columbia Air Services
Groton, CT
Tel: 860-449-8999
Shoreline Aviation, Inc.
Marshfield, MA
Tel: 781-834-4928
Columbia Air Services
BHB, LLC
Trenton, ME
Tel: 207-667-5534
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JPS Aviation LLC
Monroe, LA
Tel: 318-387-0222
Sun Aviation, Inc.
Vero Beach, FL
Tel: 772-562-9257
Skytech, Inc.
Rock Hill, SC
Tel: 803-366-5108
Skytech, Inc.
Westminster, MD
Tel: 410-574-4144
JetRight Aviation Maint., LLC
Nashville, TN
Tel: 615-360-2592

C & W Aero Services, Inc.
West Caldwell, NJ
Tel: 973-227-5750

Daytona Aircraft Services, Inc
Daytona Beach, FL
Tel: 386-255-2049

Tiffin Aire
Tiffin, OH
Tel: 419-447-4263

Advanced Aircraft Center
Miami, FL
Tel: 305-259-8291

Southeast
Texas Piper North, Inc.
Addison, TX
Tel: 800-288-8375
Texas Piper South, Inc.
San Antonio, TX
Tel: 210-340-6780

Keystone Aviation
Salt Lake City, UT
Tel: 801-359-2085
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Northeast

International Service Centers
Aviation Unlimited
Toronto Buttonville Airport
2833 16th Avenue, Box 101
Markham, Ontario L3R0P8
Tel: 905-477-4655
Mustang Maintenance & Repair
216 Avro Lane
Calgary, Alberta, T3Z3S5
Tel: 403-286-1129
Prairie Flying Service, Ltd.
Suite 200-3035 Tutor Drive
Regina, Saskatchewan S4W 1B5
Tel: 306-569-3700
Handfield Aviation, Inc.
4920 Route De L’Aeroport
St. Hubert, QC J3Y8Y9
Tel: 450-676-6299
J.P.Martins Aviacao Ltda.
Av. Olavo Fontoura, 780
Campo de Marte
CEP 02012-021
Sao Paulo-SP-Brazil
Tel: +55-11-3538-2555
Hangar Uno, S.A.
Aeropuerto Internacional San
Fernando
1646 San Fernando
Buenos Aires, Argentina
Tel: +54-11-4714-8100
Durandal International S.A.
Luis De La Torre 1004
Montevideo
11300 Uruguay
Tel: +598-2709-7267
Aeroneed/Nimbus
Av. Alcalde Fernando Castillo
Velasco 7941, La Reina
Region Metroploitano, Santiago
Chile
Tel: +56-9-8828-1994
Seijiro Yazawa Iwai Aviation S.A.
Edificio No. 126
Pan America Corporate Center
Edificio Aggreko, Planta Baja
Panama Pacifico
Republica de Panama
Tel: +1 (305) 458-1671
Talento Technico En Aviacion
Juan Salvador Agraz
65 Colonia Santa Fe Cuajimalpa
Piso 12
Mexico D.F.
5348
Tel: 555-662-3100
International Aviation Support B.V.
De Zanden 113
7395 PG
Tegue, The Netherlands
Tel: +31 (0) 55-323-1967

IAE Ltd.
Hangar 2
Cranfield Airfield
Bedford MK43 0JR
United Kingdom
Tel: +44-123-4750661
MCA Aviation Ltd.
Business Aviation Centre
Hangar 603, Aviation Park
North East
Bournemouth International Airport
Dorset, BH23 6NE
England - United Kingdom
Tel: +44 (1202) 571711
British European Aviation Limited
Wycombe Air Park
Marlow
Buckinghamshire SL7 3DP
United Kingdom
Tel: +44-1789-470476
RGV Aviation Ltd.
Gloucester Airport
Hangar SE40
Cheltenham GL51 6SP
United Kingdom
Tel: +44-145-2855501
Piper Generalvertretung Deutschland AG
Flughafen Kassel
Calden D 34379
Germany
Tel: +49-5674-70452
ARLT Aircraft Services
Flugplatz, Halle 4
Worms, DE-67547
Germany
Tel: +49-624-1-23373

Spessart Air Service Center
Flugplatz Aschaffenburg
Großostheim D-63672
Germany
Tel: +49-602-66066

Wings Over Asia
66 Seletar Aerospace View
WOA Aviation Hangar-66, #03-01
Singapore 797509
Tel: +65-6659-6225

Wilhelm Tank GmbH
Flugplatz MariensielWilhelmshaven
Sande D-26452
Germany
Tel: +49-442-1201010

Aero Facility Co., LTD
Shimbashi Plaza Bldg. 15F
4-9-1 Shimbashi, Minato-ku
Tokyo 105-0004
Japan
Tel: +81-3-5402-6884

JB Investments Ltd
U1. Redutowa 10
Warszawa 01-103
Poland
Tel: +48-227-369919

RUAG Schweiz AG
Aeroporto Cantonale di Locarmo
Gordola CH-6596
Switzerland
Tel: +41-91-7453388

OK Aviation Sales, s.r.o.
Airport Příbram
Drasov 201
261 01 Příbram
Czech Republic
Tel: +42-31-8690644

RUAG Schweiz AG
RUAG Aviation via Aeropuerto 12
CH-6596 Gordola
Switzerland
Tel: +41-91-735-2940

Sim-Aviation
2nd Otdelenie s/za
“Solnechniy” 16
350012, Krasnodar, Russia
Tel: +78-61-2222200
Cirrus d.o.o.
Tragovina, Prozvodnja
Tkaiska 12
SLO-3000 Celje
Slovenia
Tel: +38-63-4286230

UNI-FLY
Odense Airport
Hangar 37
Odense DK-5270
Piloten Service, Robert Rieger GmbH Denmark
Flugplatz Wallmuehle
Tel: +45-6595-55044
Atting D-94348
Germany
European Aircraft Sales ApS
Tel: +49-942-9716
GI. Skolevej 26
5642 Morud
Piloten Service, Robert Rieger GmbH Denmark
94474 Vilshofen,
Tel: +45-4016-5401
Flugplatz 2
Germany
Air Service Vamdrup
Tel: +49-854-18974
Flyplassveien 25
N-3514 Honefoss
Piper Maintenance GmbH
Norway (Norge)
Flughafen Kassel
Tel: +47-21-999-708
Calden 34379
Germany
Fanmei Aviation Ind. Group Ltd.
Tel: +49-567-470480
5 Wang Chong Street
Yongchang Township
Röder Präzision
Beichuan Qiang
Am Flugplatz
Sinchuan, China
Egelsbach, D 63329
Tel: +86-138-8028-3396
Germany
Tel: +49-610-34002670
Porta Air Service GmbH & Co. KG
Flughafen 9
Porta Westfalica D 32457
Germany
Tel: +49-573-176730
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AAC Austrian Aircraft Corp.
Flugplatz Vosleau
Osterreichische-A-2540
Austria
Tel: +43-225-2790894
AAC Austrian Aircraft Corp.
Flughafen Graz
A-8073 Feldkirchen
Austria
Tel: +43-316-296149
AAC Austrian Aircraft Corp.
Flughafen Linz, Hoersching
Osterreich A-4063
Austria
Tel: +43-722-164532
Airflite
26 Newton Road
Perth Airport
Western Australia 6105
Tel: +61-8-9478-9088
National Airways Corporation
Gate C, Hangar No. 104C
Lanseria Airport, Lanseria, 1748
South Africa
Tel: +27-11-267-5000
Global Aviation SA
Civil Aviation Airport of
Pachi, Megara
Megara, 19100
Greece
Tel: +30-22960-81154
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Pull That
Power Back
by Joe Casey

R

good as it gets for anything burning
40 gph or less.
I had planned to make this nearly
800 nm trip in about 2.4 hours, so
you’d think a mature, seasoned
flight-level veteran such as myself
would have the sense to pull the
power back and save some fuel. But,
no, apparently not. Why? Because
pilots like me, and probably like you,
have serious mental issues when it
comes to doing some sensible things
in flight. And, one of those things
that we suck at doing is “pulling the
power back.”

ecently I flew at FL270
zooming along on a long
cross-country flight
from southern Kansas
(Hutchinson, KHUT) to
eastern Ohio (Youngstown, KYNG)
with a groundspeed of 385 kts. While
that may not impress most jet pilots,
that will impress most turboprop
pilots, and most piston pilots can only
dream of such speeds. The Meridian
that I flew normally cruises at about
265 KTAS at this altitude, but I had
a fantastic tailwind (easily averaging
over 110+ knots) and life was about as
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It is a mental thing. We are wired
wrong. They probably have a class
in college that most of us skipped.
Maybe it’s a disease that we all
contracted when flying a ratty, dusty,
dirty, underpowered trainer in those
early years.
Whatever it is, there are lots of
sensible things that pilots simply loath
to accomplish in flight, and pulling
the power back is one of them. I could
have easily saved 20-plus gallons of
fuel on this flight by pulling back
the power, and I’d still have had a
tremendous groundspeed. But, there’s

on this flight (not unsafe, only
inefficient), there are other times
where pulling the power back is not
only prudent but demanded for a
safe flight.

Finding Max Range

Photo courtesy of Paul Bowen Photography

just something cool about seeing
how fast you can make an airplane
go. Even though it means absolutely
nothing, piston pilots will brag about
joining the “300 knot club,” turboprop
pilots want to join the “400 knot
club,” and jet pilots clearly idolize
Tom Cruise from the mid-1980’s and
have a “need for speed.”
But, there are times that it is
clearly prudent to “pull that power
back;” sometimes it is absolutely
critical. While I’m going to blow a
Ben Franklin ($100 bill) with my
power setting at the top of the green

Let me introduce you to a group
of pilots that have overcome the “I
can’t pull the power back” disease:
international ferry pilots. Any pilot
that operates over the North Atlantic
(or any other part of the world
where airports are as scarce as cheap
fuel at a Class-B airport) knows
how to stretch the fuel. Max range
airspeeds are almost always going
to be found at less-than-full power.
When you are flying from Goose Bay
(CYYR) to Narsarsuaq (BGBW) and
want as many options as possible
upon arrival, there’s nothing more
comforting than excess fuel. I’ve
made one approach into BGBW with
less than one-hour of fuel onboard,
and the pucker-factor was super-high.
Fuel equals options, and ferry pilots
know how to pull back the power to
maximize the fuel.
For those who are interested,
max range is not a number that is
found in the limitations section of
your POH. Max range airspeed is
found at the tangent of a line on a
drag chart that contrasts fuel burn
(energy required) with groundspeed.
You’ve probably already noted that
chart probably doesn’t exist in your
POH, so you will probably not have
the pleasure of plotting that line in
your preflight preparations. But,
you can look at your FAD (Fuel at
Destination) number on your panel
(Meggit, Avidyne, etc.), see the range
rings on your G1000/G3000 equipped
airplane, or you can be a real pilot
and pull out the solar-powered
calculator that is buried deep in the
side-pocket by your left knee and do
some math.
If you’ve got a tailwind, you will
need to pull the power back to find
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an approach clearance. If you fly a
“middle of the green” airspeed, you
can “make your windows” by being
below V le, Vfe, and other speeds
that will allow you to not have to
make drastic movements to make
the approach.
The key? Pull that power
back when you are readying for
an approach.
There’s a dangerous flight regime
that pilots often mismanage: flight
into turbulence. One of the most
respected CFI’s and aeronautical
engineers is John Mariani, a name
familiar with many PA46 pilots.
John was on the original design team
for the PA46 and trains prolifically
in the PA46 market. Many times I’ve
heard John give a 2-hour discussion
related to all of the dastardly things
that can happen to your airplane
when it is flown in turbulence over

max range speed. If you’ve got a
monster headwind, you may not
pull it back at all. But, you’ll almost
always pull it back in a PA46 if
you want to go as far as possible.
On your next flight, see if you can
find max range by sampling some
power settings, and I‘ll bet you’ll be
surprised how far back the power
lever will be located when that speed
is discovered.
As a CFI who does lots of training
for twin-and-turbine aircraft, I get to
see plenty of instrument approaches
during initial and recurrent training.
One of the biggest flaws I see is
“screaming onto the localizer” when
cleared for an approach. Simply put,
there’s no need to be moving at the
top of the green when you hear the
words, “cleared for the approach.”
Even the big boys flying the heavy
iron slow down when they near

CIES
Third Page Ad
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www.ciescorp.net
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Va (maneuvering speed). I can boil
his very interesting, and very useful
lecture into 3-4 sentences. The
enemy in turbulence is lift. Lift is
what will wrinkle your wing, rip a
wing off, or cause severe damage
to your airplane. That’s right…
the thing you love the most as a
pilot is the very thing that is your
enemy in turbulence. Lift increases
exponentially with airspeed, so if
you want to limit the amount of lift
created with a gust in turbulence,
slow down. In fact, slow down to
well below Va. This one move can
literally save your life. In turbulence,
”pull that power back” and
slow down!
While I’m on the “slow down in
turbulence” rant…definitely, and I
really mean definitely, don’t ever add
flaps in turbulence to slow down!
While flaps do add drag, they also
add lift. And, remember, lift is your
enemy in turbulence. If you get into
unanticipated turbulence, lower the
landing gear and pull the power back.
For many of your PT6-powered
aircraft, you’ll potentially find a set
of charts in the performance section
(usually Chapter 5) of your POH.
One set of those charts will be the
“Max Power - Cruise” chart, and the
other is the “Recommended Power
- Cruise” chart. What the difference
between the two? Well, there’s
probably a nifty little blurb written
somewhere in this section of your
POH that mentions the higher engine
temperatures and corresponding
greater engine wear that will result
from flying at max power. Can you
fly at max power? Sure. But, only
if you are willing to accept the side
effects of higher temperatures. If
you want any piece of machinery to
last longer, you will want to reduce
temperature to the lower end of the
operating range. I’ve got a JetPROP
client who operates his -35 PT6 at
725 ITT (as opposed to 740 ITT) in
cruise, and his hot section inspection

(HSI) was an in-and-out affair that
had absolutely minimal expense
above the inspection, costing him less
than $20k. What would the expense
have been had he operated at 740
ITT all those years? There’s no way
to know, but he is going to continue
his practice of operating at 725 ITT
during the second half of his engine’s
life. Pulling the power back in a
turbine can save you money.
Wanna spend a bunch of money
with your Lycoming-powered PA46?
Do as the POH advises as acceptable
and run the CHTs up to 450F. If
you do, you’ll get to buy a bunch of
cylinders repetitively over the life (or
death) of your engine. You’ll have a
really low fuel flow in cruise, but I
assure you it’ll cost you dearly overall.
You can also run your Lycomingpowered PA46 at 31 inches MP and
have a correspondingly high TIT of

about 1650+. But, you’ll also run your
turbochargers and exhaust system into
the ground. If you want to get the most
life from your Lycoming-powered
PA46, operate at a lower MP setting
(anything below 28 inches usually
allows for a sub-1600F TIT) and enjoy
the low fuel flow and the cool temps.
You’ll arrive at your destination a
few minutes later, but you’ll taxi right
on past the maintenance hangar.
If you pilot a Continental-powered
PA46, don’t think you are oblivious to
problems with higher temperatures.
I didn’t articulate the numbers in
this article, but the principles are the
same. Whether it be ITTs (turbine
engine) or CHT/ITTs (piston engine),
your engine will last longer and have
cheaper repairs if you will fly with
lower temperature.
There are, of course, a few regimes
of flight where you don’t want to

M M O P A

pull the power back. I like for pilots
to use full power in the climb phase
of flight, for then they only need to
manage pitch to keep an appropriate
airspeed. I also like full power on a
go-around and takeoff. So, yes…there
are times when full power is certainly
demanded. But, for many phases of
flight, pulling the power back will
save you money or save your life. Be
wise, and know your airplane and
your mental approach. The wise
pilot will find many regimes of flight
where pulling the power back is the
right thing to do.

°
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Joe Casey is a DPE, ATP, CFI, CFII (A/H),
MEI, CFIG, CFIH, as well as a U.S. Army
UH-60 standardization instructor/examiner.
A MMOPA Board member and chair of the
Safety Committee, he has been a PA46 instructor for 14-plus years and has accumulated
11,800-plus hours of flight time, 5,000 of
which has been in the PA46. Contact Joe at:
joe@flycasey.com.
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Register Now!

The 2019 MMOPA Convention & Fly-In
May 29 - June 1
In three days, you will learn how to operate your PA46
more safely and efficiently, have access to the top aviation
experts in the world, and fly away with knowledge and
insight that will accelerate your flightpath to mastery.

The Ritz-Carlton:
Poised on a bluff of dunes overlooking the
Atlantic Ocean, The Ritz-Carlton, Amelia Island is a
destination of unspoiled coastal beauty and Southern
charm. Surrounded by an 18-hole PGA golf course, this
resort offers impeccable service, glorious ocean and
island views and a full menu of dining, fitness, spa and
beach amenities.

Host Airport:
Fernandina Beach Municipal Airport (KFHB).
You won’t want to miss these four days of education,
entertainment and everything PA46.
REGISTRATION IS OPEN! Visit the MMOPA website
for details!

°
•

42

M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

Piper Aircraft Inc.
Full Page 4/C Ad
49
21
37
36
www.piper.com

M M O P A

M A G A Z I N E

M A R C H

/

A P R I L

2 0 1 9

43

SAFETY

Broken Wings Award

N

Call for Applications:
The MMOPA Broken Wings Award
of preemptive good decisions
dramatically reduced the risk of
danger. The stories of those pilots in
crisis should be told so that others
can learn from their competence.
The membership of MMOPA
should send those stories to the
MMOPA Executive Director,
safety@mmopa.com. The MMOPA
Executive Director shall forward
those accounts to the MMOPA Safety
Committee for consideration for the
Broken Wings Award. The Safety
Committee will review and analyze
the entries (at the meeting two
months prior to the MMOPA
Convention) and determine pilots
shall receive the Broken Wings
Award, which shall then be presented
at the subsequent MMOPA
Convention.
One of the best ways to learn
is by example, and the MMOPA
community is full of pilots who set
the bar high in handling adversity
in flight. The Safety Committee is
excited to publicly honor those who

ot every accident or
incident is “pilot error.”
Things break without
warning, and good pilots
sometimes get thrown
into unforeseen difficult situations.
It’s not always the pilot at fault.
Pilots work in a dynamic, everchanging medium. Weather changes
abruptly, there are a gazillion
moving parts on most airplanes,
and airplanes (by nature) are not
robustly designed because weight
is a concern. All of this translates
into the potential of tough scenarios
that demand a pilot who can assess
the negative situation, apply quality
corrective measures, and ultimately
“adapt and overcome.”
The MMOPA Broken Wings
Award honors those pilots who were
forced into dilemmas not of their
making and overcame the challenge
safely and responsibly. This ranges
from something as dramatic as an
in-flight engine failure handled
well, to a situation where a series
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overcame in those tough situations,
with the hope and anticipation that it
will help others do the same.
Characteristics of events which
deserve the Broken Wing Award are:
• The occurrence must be from an
in-flight situation;
• The pilot must show extraordinary
skill, judgment, and technique
during an in-flight emergency;
• A successf u l la nd i ng must
have occurred;
• Extreme circumstances which might
have led to catastrophic results must
have existed;
• The pilot cannot have induced the
emergency situation through neglect,
poor decision-making, or ill intent.
A “Broken Wings Award”
application form is available
under the Safety tab at
mmopa.com.

°
•

MEMORY ITEMS

I Stand Corrected
by Amy Heaven

eventually dig graves for them but
perhaps he rang a bell during the flight
to keep the pilots awake! Perhaps the
sexton was a messenger from God to
look after and bless the two pilots.
Who knows?
Ringingly yours,
Phil Berolzheimer
Now, if I were fortunate enough
to actually learn from my mistakes,
I’d be the smartest human being
alive. But evidently, I traded some
retention for humor, and I’m glad I
did. I wouldn’t have missed this for
the world.
Now about that typo in
headline…

°
•

E

ditor Dianne White
forwarded me an e-mail
that made me laugh-outloud. (Yes, I spelled it
out.) After my last article,
“Meet Mr. Malibu,” which describes
Larry Grant’s amazing and ongoing
adventure with the first Malibu ever
delivered, another long-time MMOPA
member couldn’t resist chiming in.
We both agreed that it was so amusing
that it needed to be shared. So, with
Phil’s permission, read on:
Having had the opportunity of
doing a lot of sailboat racing using a
sextant and knowing one was often
used for flight, I wondered about the
word “sexton” used in Amy Heaven’s
article. I looked up the word
and found:
noun: sexton; plural noun: sextons
1. a person who looks after a
church and churchyard, sometimes
acting as bell-ringer and formerly as
a gravedigger.
So, I am fascinated by the fact Larry
and Patrick brought along a sexton.
Since they completed a successful trip,
obviously the sexton did not have to

Performance • Economy
Reliability • Safety

JetPROP
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www.jetprop.com

JetPROP LLC

Spokane Felts Field • Phone 509-535-6445
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February
Sunrise
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M

600 owner Lance Boxer captured this beautiful photo shortly
after sunrise while returning from the MMOPA February
Board meeting in Nashville, TN.
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2018-2019 MMOPA Master Aviator

Award Application
Name:

___________________________________________________

Mailing Address:
City:

_____________________________

____________________________________________________________________________________

________________________________________________

Email:

Today’s Date:

___________________________________________

State:

Phone:

________________________

Zip:

___________

___________________________________________

PA46 PIC hours: I verify that I have logged (check one):
____ 100
____ 200
____ 300+
TOTAL PA46 PIC hours from 5/1/18 to 4/30/19: __________
I verify that I completed an annual insurance-approved recurrent training event with an MMOPA approved training
provider on the following date between May 1, 2018 and April 30, 2019. (Please provide a copy of the completion
certificate or evidence of endorsement.)
DATE: ________________________
I also verify that I completed a mid-year training event with a MMOPA approved training provider within the
past 36 months of the date of this application. (Please provide a copy of the completion certificate or evidence
of endorsement.)
DATE: ________________________
I verify that I have attended an MMOPA Convention within the last three years.
Year of convention attended: __________
I certify that I have had no accidents or incidents within the last three years.
To be recognized and receive the “Senior Aviator” or “Master Aviator” award:
___ Describe and provide proof of completion of an upset/recovery stall/spin training event you have completed.
Description:
_______________________________________________________________________________________________
_______________________________________________________________________________________________

___

Date of training _________________
Provide proof of a tailwheel endorsement.
Date of training _________________

Master Aviator Retention
To retain the honor of being at the highest level of the Master Aviator program, you must have flown 100 hours in the PA46
between May 1, 2018 and April 30, 2019. In addition, you must have completed an additional training or rating achievement
event, including:
New rating:
Commercial
ATP
CFI
Rotorcraft
Seaplane
Glider
Other
Other:
Altitude chamber training
Mountain/backcountry training
NBAA Single-Pilot Safety Standdown
Survival/dunk tank course
Aerobatic
Warbird training
MMOPA mid-year training event
Any military aviation course/event
Please provide a copy/copies of completion certificate(s).
Date of training: _____________________
Please select how you would like to be awarded the Master Aviator wings award:
I will be registering for the 2019 Annual Convention and would like to receive the award at the convention.
___ I would like the award mailed to me at the address noted above.
I certify that the information contained on this form is correct.
___

_________________________________________________________________

Signature
If you have any questions about your individual training, please send an email to safety@mmopa.com. We can evaluate any
training (completed or proposed) to determine if it aligns with the award criteria. All applications must be submitted to
safety@mmopa.com by May 1, 2019.
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He’s not a pilot but when
you need to talk about
aviation marketing,
John Shoemaker speaks
your language. And more
importantly, he listens.
Call him today and find how
the publications he serves,
and the markets they reach,
can help your aviation related
business grow.

800-773-7798
VP Demand Creation Services –
serving your advertising needs with
these fine aviation publications:
● ABS ● Comanche Flyer ● COPA Pilot
● King Air ● MMOPA
● Twin & Turbine

john.shoemaker@vpdemandcreation.com

Eclipse ® is a service mark of Eclipse International, Inc.
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